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Abstract
The Technische Universität Dresden has conducted the largest German household survey in terms of sample size, “Mobility in 
Cities – SrV”, at five-year intervals since 1972. The survey methodology has remained comparable over the years, allowing 
a founded analysis of chronological developments in study regions which have participated repeatedly. This time series provides 
Germany with a unique, empirical foundation for evaluation of the impacts of political, structural and value-related changes. After
reunification, mobility developments which were spread over several post-war decades in West Germany took place within less 
than ten years in East Germany. An analysis of current data based on the 10th survey “Mobility in Cities – SrV 2013” enables 
direct and current conclusions on existing and new mobility trends in daily urban travel. Transport-related and structural impacts 
from major societal changes become visible. The data could also help to illustrate the transport-related impacts of the demographic 
changes Germany faces in coming decades. A short overview of German travel behaviour surveys is given, wherein the focus is 
on developments in the mobility of residents in selected municipalities and urban regions. The resulting conclusions help to identify 
interactions between possible courses of action in integrated town and regional transport planning or SUMPs.
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1. Introduction
The SrV household travel survey conducted in 2013 was the tenth of its kind and addressed around 130,000 persons 
in 116 study regions. The survey methodology has remained comparable over the years, allowing a founded analysis 
of chronological developments in those study regions which have participated repeatedly. Time series data are even 
available from as far back as 1972 for many large towns in former East Germany. This provides Germany with a
unique, empirical foundation for evaluation of the impacts of political, structural and value-related changes (e.g. leap
in vehicle ownership, impacts of suburbanisation). It must be pointed out, however, that the SrV results only reflect 
the travel behaviour attributable to the population actually living in the SrV towns, i.e. the registered urban residents. 
So far, the daily urban travel behaviour represented by data collected through local household surveys has not taken 
into account the travel behaviour of external commuters, tourists and visitors, nor journeys for commercial transport 
purposes. In 2013, the questionnaire was expanded to include new mobility services in the mode choice (car-sharing, 
bicycle sharing). This, for the first time in Germany, permits an empirically based analysis of the use of new mobility 
services across a cross-section of the population. The present introduction sketches firstly the theoretical background 
to changes in daily mobility and the possibilities to measure these changes. Germany already possesses a specifically 
designed tool box to analyse travel behaviour. Therefore, a short overview of the German tradition of travel behaviour 
surveys will be given. Since reunification, mobility developments have as a rule been monitored by way of SrV 
surveys every five years. The last chronological comparison was published in 2010 and analysed changes in travel 
behaviour between 2003 and 2008 (Ahrens et al., 2010). Consequently, the present introduction is also to discuss both 
the starting point and expectations after the 9th wave of the SrV survey in 2008.
1.1. A short theoretical background to changes in daily mobility and their measurement
Mobility decisions in conjunction with out-of-home activities are subject to a multitude of influencing factors. 
Alongside the availability of suitable means of transport, subjective perceptions of objective factors (e.g. knowledge 
of local public transport timetables, travel times of different means of transport, weather conditions, sense of comfort 
and convenience, transportation needs, cost of use of a particular means of transport) influence the individual decision 
process. In a series of research results, it is indicated that habits also play an important role in mobility decisions.
Numerous studies reach the conclusion that a far from insignificant proportion of our daily mobility follows routines 
and is thus habitual in nature (see Gärling & Axhausen, 2003). A detailed introduction to spatial and temporal 
periodicities, routines and habits is given by Schönfelder & Axhausen (2010). Across various scientific disciplines, a 
diversity of approaches exists to explain travel behaviour and the underlying decision processes. In addition to classic 
microeconomic approaches (rational choice theory) and socio-economic analyses (see McFadden, 1974, Ben-Akiva 
et al., 1999), there are also social-psychological models which, contrary to rational choice approaches, place the 
influence of attitudes, perceptions, norms and value systems in the foreground as factors by which to explain behaviour 
(see Schwartz & Howard, 1981, Aizen, 1991, Bamberg, 2013). Household surveys are the instrument typically used 
to measure daily mobility behaviour. The initial outcome is a description of the behaviour under consideration, though 
it is also possible to detect changes over time if the surveys are conducted repeatedly. It must be noted in this context 
that cause-effect relationships can only be established indirectly – if at all – when using cross-sectional surveys which 
supply mobility data on the basis of single-day travel diaries. To identify actual changes in behaviour at individual 
level (day-to-day variability, habits, routines), appropriate longitudinal studies are necessary, i.e. observation or 
surveying of a person's behaviour over a longer period (Schönfelder & Axhausen, 2010). Longitudinal studies, on the 
other hand, are costly and can often only be realised with relatively small samples. Generally speaking, changes in 
mobility behaviour over time can be attributed to one of three factors:
x Structural changes in the composition of the population,
x Cohort effects of certain population groups, and
x Behavioural changes due to changes in attitudes, perceptions and intentions
Structural changes in the composition of the population are the result of socio-demographic and socio-economic 
developments. If the number of school-age children – a section of the population with a high affinity to the use of 
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local public transport – in a community decreases, for example, the result under ceteris paribus conditions will be 
a decline in the mode share of public transport due to a reduced number of passengers. On the other hand, if the 
number of senior citizens increases significantly, again under ceteris paribus conditions, the average per-capita travel 
volume will drop, because the journeys undertaken by senior citizens are usually shorter than those of the working 
population with its greater scope of mandatory activities. Such structural aspects and effects associated with a 
particular socio-demographic group can be revealed very effectively by way of cross-sectional surveys.
In addition, behavioural changes may be the result of so-called cohort effects, which derive from travel-related 
socialisation processes and correspondingly acquired, preferred or also habitual behaviour. A cohort is in this context 
defined as a group of individuals who have gained common experience in the same period of their life course (see 
Beige, 2008: 17f.). If, for example, the mobility of the working population born in a particular year was already very 
strongly characterised by individual car use in younger years (“vehicle biography”), there is a high probability that 
this group-specific behaviour will be preserved and carried forward into another (subsequent) life phase. Such effects 
can be demonstrated in cross-sectional surveys by way of group-specific comparisons. It is possible, for example, to 
compare the behaviour of persons of the same age in each of two surveys conducted at five-year intervals. The third 
component to be mentioned covers actual changes in behaviour as a result of a break with previous behaviour patterns. 
Key events in an individual's life course are especially favourable moments for intervention in existing behaviours. 
Intervention may also refer in the broader sense to the restructuring of opportunities, which leads to a new individual 
assessment of utility value and thus new behaviour, assuming the axiom of rationality in decision processes. The 
prompting of conscious changes in daily mobility behaviour through the influencing of attitudes (e.g. towards modes 
of transport), values and norms, and likewise the promotion of certain patterns of behaviour which are deemed socially 
accepted or else desirable under planning aspects, is a difficult undertaking. Even in the case of successful intervention, 
the long-term preservation of (new) behaviour cannot be taken for granted. These actual changes in behaviour are 
hardly measurable unless specific questions on attitudes, perceptions and intentions are answered repeatedly over an 
appropriate period, as a result of which the contribution of classic large-scale cross-sectional household surveys to 
explanation is limited.
1.2. Household travel surveys in Germany
Before reunification in 1990, National Household Travel Surveys (NHTS) were developed independently of each 
other in East and West Germany. In West Germany, travel behaviour was surveyed at national level on three occasions 
(1976, 1982, 1989) using the survey design “Continual survey of transportation behaviour” (KONTIV). After 
reunification, the survey was repeated in 2002 and 2008 under the new label “Mobility in Germany (MiD)”. The next 
wave of MiD surveys will start in 2016. In East Germany, the first large-scale household surveys were developed and 
tested in the late 1960s. Starting with the first official wave of the “System of representative transportation surveys” 
(SrV) in 1972, a total of ten household surveys focusing on urban travel behaviour have been conducted successfully 
to date (1972, 1977, 1982, 1987, 1991, 1994, 1998, 2003, 2008 and 2013). Since 2003, the survey has been called 
“Mobility in Cities – SrV”. Both the MiD and SrV surveys are cross-sectional approaches. While SrV surveys were 
conducted as face-to-face interviews until 1998, all KONTIVs up to 1989 were realised as postal surveys. Since 2002, 
the MiD and SrV surveys have both been conducted as mixed-mode surveys (telephone, online, post). In addition to 
the two cross-sectional surveys, Germany is fortunate in that it has been able draw on a specifically designed
longitudinal household survey since 1994. The so-called “German Mobility Panel (MOP)” provides information at
national level to supplement the MiD surveys, which do not have a fixed periodicity. For practical and contextual 
reasons, all household members are questioned in all three German household surveys. All surveys use travel diaries. 
While participants in MiD surveys have to report on a single random weekday (Mon-Sun) and SrV surveys consider 
a single random workday (Tue-Thu), the MOP surveys collect data for a whole week (Mon-Sun) and repeat this data 
collection for the same households for three consecutive years. A short overview of methodological insights and 
details of the SrV and MiD surveys is given by Hubrich & Wittwer (2014) and Wittwer & Hubrich (2016, publication 
in progress). The panel approach (MOP) is described by Kuhnimhof et al. (2006) and Zumkeller (2009).
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1.3. Starting point and expectations after 2008
The SrV survey in 2008 recorded the first decrease in average workday travel among inhabitants of a collective of 
13 large East German towns for which time series data had been collected since 1972, following continuous increases 
through all previous surveys up to 2003. That confirmed the findings of passenger and road traffic surveys which had 
already been conducted in West German towns in the 1990s: Not only had the increases in car availability and private 
vehicle use continued to slow, the share of private motorised transport in the modal split – in terms of both journey 
numbers and distance travelled – had declined for the first time. This benefitted above all public transport and cycle 
use (see Ahrens et al., 2010). The effects revealed by SrV 2008 were especially prominent in the group of young 
adults. This was the group which had contributed most decisively to a three per cent increase in the proportion of 
households which did not own a car over the previous five years. Economic influences and fuel price developments 
naturally also played a role, as did the growing proportion of senior citizens in the population. While it is true that the 
latter displayed a greater affinity to the use of a private car in their choice of transport mode, the number of journeys 
undertaken and the average distances travelled decrease noticeably with increasing age. Furthermore, senior citizens 
travel less during peak periods, with the result that a decline in average traffic volumes was already to be observed 
long before 2008. Even in the growth centres (e.g. Munich), road traffic volumes were stagnating. Against this 
background, many transport planners and politicians hoped that the new SrV results would reveal a further 
strengthening of the relief trends in respect of overall urban traffic for the period from 2008 to 2013. In case of a
renewed increase in car availability and private car use, the successes of transport and environment planners in their 
efforts to reduce traffic congestion, accidents, emissions, and energy and space consumption would at first glance fade 
into the background once more.
2. Demographic developments and framework conditions
Demographic developments, in interaction with further general framework conditions, such as developments in the 
cost of transport use and the individual access to particular means of transport, exert a significant influence on travel 
behaviour and thus on urban traffic and transport developments. In the following, therefore, central factors are to be 
presented and discussed. Furthermore, a simple model calculation is to be used to assess the importance of urban 
travel behaviour with reference to the overall travel volume in Germany.
2.1. Age structure and household sizes
Fig. 1 presents essential demographic parameters for Germany as a whole and for a collective of 25 large towns 
which participated in both the 2008 and 2013 SrV surveys. This collective reflects the mobility of a total of almost 10 
million inhabitants and thus represents approximately one-eighth of the total German population. The group of towns 
includes a mix of very different towns from East and West Germany. Of the major cities, Berlin is a member of the 
collective. While the total population of Germany decreased by 1.5 per cent to 80.7 million inhabitants between 2008
and 2013, a positive migration balance enabled the 25 SrV survey towns to compensate their population losses due to 
demographic effects almost entirely (Fig. 1 a). Overall, they lost only 0.2 per cent of their inhabitants over the five 
years, with a whole series of towns being able to report annual growth rates of 1.5 per cent or more (among them 
Dresden and Leipzig). There have also been no significant shifts in the age groups in the SrV towns since 2008. Up 
to 2008, noticeable demographic effects (e.g. significantly more senior citizens with fewer journeys and fewer mobile 
members of the working population in 2008 compared to 2003) could still be observed. Differences in the mobility-
relevant parameters and demographic framework conditions between the selected towns and the country as a whole 
are evident above all in the corresponding distributions of household size and car availability. With regard to 
household size, Fig. 1 (b) shows firstly that three- and four-person households (generally families with children and a 
car) accounted for 25 per cent of the total number of households in Germany as a whole in 2013. In the 25 large SrV
towns, on the other hand, their share was only 18.5 per cent. More than 80 per cent of the households in our large 
towns are single persons (52%) and mainly childless couples or single parents with one child (30%). One hundred 
years ago, exactly the reverse was the case.
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Fig. 1 (a) Age structure in Germany and the large SrV towns; (b) Household sizes in Germany and the large SrV towns.
2.2. Car availability
Access to a car is without doubt one of the determining factors behind travel behaviour. It is intuitively evident that 
persons to whom a car is available (here defined as persons with a valid driving licence and a car in the household)
will use a car more often than those without a car (see Ahrens et al., 2014: 13 f.). Car availability, however, influences 
not only mode choice, but also a person's chosen destinations and thus the distances travelled. It can be seen in Fig. 2
(a) that, over the period from 2008 to 2013, car availability in Germany increased by an overall 7.6 per cent according 
to federal statistics. The German Mobility Panel (MOP) also records a significant increase in car ownership in German 
households (+ 4.5%). A similar development can be observed in the large SrV towns (+7.8%), although the absolute 
figures are here well below those for car availability at federal level. This can be associated with a higher level of car 
availability in the rural areas as a consequence of the lower settlement density (high proportion of single-family 
homes) and poorer public transport services outside the core towns. Against this background, it is especially interesting 
to consider the development of car availability among different sections of the population. Fig. 2 (b) shows how car 
availability in the 18–35 year age group has declined both in Germany as a whole and in the large SrV towns, in the 
latter case to a level seven percentage points below the national figure (59% compared to 66%). By contrast, car 
availability in the 60+ age group (the so-called “golden agers”) has increased markedly from 57 per cent in 2008 to 
65 per cent in 2013 in the large SrV towns, and from 63 per cent to 73 per cent as a national average. Since 
approximately 2010, the car availability of the golden agers has overtaken that among young adults. Already from the 
changes in this framework condition, it can be seen that, in recent years, the mobility behaviour of the younger and 
older sections of the population seems to have developed with different tendencies.
Fig. 2 (a) Cars per 1,000 persons in Germany and in large SrV towns; (b) Car availability in Germany and large SrV towns.
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Fig. 3. Population in Germany and car travel volume
In the context of the distinct overall increase in car availability in Germany, it also becomes clear that the scope for 
further improvement of the modal split and travel volumes in favour of public transport and cycle use has probably 
been reduced. On the other hand, the fact that the mode share of car use has thus not increased further can indeed be 
considered a transport policy success.
2.3. Importance of urban mobility for environmental relief
In Germany, 31 per cent of the population lives in large towns with more than 100,000 inhabitants. Their share of 
the overall car travel volume, however, is smaller. Own calculations on the basis of results from the survey “Mobility
in Germany (MiD) 2008” show that the average distances travelled by car in Germany are significantly higher in small 
communities (38 km per person/day) and significantly lower in major cities with more than 500,000 inhabitants (22 km
per person/day) compared to all intermediate sizes of community. A trend of decreasing car travel volume with 
increasing size of community can be identified (Fig. 3). According to these calculations, the large towns with more 
than 100,000 inhabitants account for only a little more than one-quarter (26%) of the car travel volume of the total 
resident population of Germany. Three-quarters of the car travel volume can be attributed to inhabitants of smaller 
communities (< 100,000 inhabitants). The inhabitants of communities with less than 20,000 inhabitants alone record 
almost half of the total car travel volume (47%). For further discussion of the impact of different structural scenarios 
on car travel volume in Germany, see Wittwer et al. (2014).
3. Insights into changes in urban travel behaviour in Germany
3.1. General developments
As a result of the changes which accompanied the process of reunification, Germany possesses especially 
interesting data series on the travel behaviour of its population. The enormous modernisation backlog and pent-up
demand in the “new” federal states meant that, within a period of just 10 to 15 years, East German towns witnessed 
the same traffic developments and changes which had commenced already in the immediate post-war years in West 
Germany and had there been observed through into the 1980s. The effects of a sudden increase in private car 
availability and the slump in public transport use directly after reunification, in particular, display interesting parallels 
to West German developments in the second half of the 20th century. For this reason, the discussion here is to refer 
initially to a collective of so-called “large East German towns”, namely the 13 East German towns which have
participated regularly in all study waves since the first SrV survey in 1972. Table 1 shows firstly the development of 
key indicators describing workday mobility since reunification. It can be seen that, on average, just over three trips 
are recorded per person per day. Approximately nine in ten inhabitants leave the house for out-of-home activities on
an average workday. The number of trips undertaken has tended to increase slightly over the whole period under 
observation. The average duration of an individual trip has been a little more than 20 minutes in all surveys to date. 
Trip distances initially increased after 1990 and reached a maximum of approx. 7 kilometres per trip in 2003. Since 
then, the average trip distance has fallen slightly and was 6 kilometres per trip in 2013. While the number of trips by 
foot – as already before reunification – initially continued to drop and seems to have stabilised at present, the 
equivalent figures for cycle trips per person have increased continuously and public transport has also recovered well 
from its post-reunification slump. The sharp increase in car trips has levelled out. In 2013, the number of trips 
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undertaken by car – although slightly higher than in 2008 – again remained short of the figure recorded in 2003. The 
similarly sharp rise in personal travel volume after reunification has also slowed. One particularly conspicuous 
development is the very dynamic increase in the proportion of women in possession of a driving licence. While only 
38 per cent of women held a driving licence in 1991, this figure has since risen closer and closer to that for male 
drivers and reached 76 per cent in 2013. Car and bicycle availability rates have likewise risen noticeably over the 
years since reunification. Fig. 4 shows the development of the volume-based modal split in the large East German 
towns since 1972, alongside equivalent data for the previously mentioned group of 25 large SrV survey towns (spread 
over the whole of Germany, including Berlin) from 2008 and 2013. It is evident that the share of trips undertaken on 
foot has fallen significantly since 1972 in the large East German towns. The mode share of public transport slumped 
dramatically at the time of reunification, but appears to have reversed the decline since 2003. The proportion of private 
car/motorcycle use, which had increased constantly up to 1998, has decreased noticeably at the latest since 2008. 
Similar changes can also be observed in the comparison group between 2008 and 2013. The doubling of vehicle 
availability in East Germany after reunification heralded a short, approximately ten-year process of adjustment to the 
existing West German values. The daily travel volume per person for private motorised transport practically tripled 
between 1987 and 2003. In 2008 and 2013, however, the travel volumes in the East German towns already fell back 
below the figures for 2003. A similar situation can be seen in the nationwide collective of 25 repeatedly surveyed 
towns (Fig. 4). From the perspective of climate protection policy, the reduced travel volumes, especially in the case
of private motorised transport, are of particular significance.
Table 1. Key indicators of urban travel behaviour and access to individual transport modes in large East German towns.
Indicator 1991 1994 1998 2003 2008 2013
Out-of-home trips on reporting date in % 89% 89% 89% 84% 88% 92%
Trips per person and day 3.3 3.3 3.3 3.4* 3.4* 3.6
Duration of trips in min 21 22 22 20 22 20
Trip distances in km (only trips < 100 km) 4.2 5.1 5.5 6.6 6.5 6.0
Trips by foot per person and day 1.27 1.15 1.02 1.04* 0.99* 1.05
Cycle trips per person and day 0.29 0.33 0.34 0.39 0.42 0.43
Public transport trips per person and day 0.57 0.51 0.51 0.48 0.56 0.63
Car trips per person and day 1.18 1.31 1.43 1.49* 1.43* 1.47
Travel volume per person and day in km 13.7 16.5 18.0 21.7* 20.8* 21.3
Car driver licences among men in % 78% 82% 85% 87% 87% 91%
Car driver licences among women in % 38% 48% 57% 65% 70% 76%
Cars per person 0.287 0.364 0.397 0.407 0.413 0.455
Bicycles per person 0.553 0.537 0.553 0.689 0.745 0.880
* Slightly revised data based on the systematic under-reporting of short trips by foot and activity chaining by car
Fig. 4 (a) Time series of modal split (b) Time series of travel volume per person and day.
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3.2. Behavioural changes beneath the surface – the key groups of young adults and golden agers
Young adults form the only group in Germany whose members are increasingly no longer owners of a motor 
vehicle, whether by conscious decision or out of necessity (e.g. due to economic constraints, extended training and 
study periods, more frequently urban residential situation, changed value systems). Not least with the support of
advances in information technology (Internet, smartphones) and simplified access to public vehicles or car-pooling
and sharing schemes, the alternatives to individual car ownership are gaining popularity above all among young adults
(see Ifmo, 2011). In addition to bicycle sharing, both fixed-base and flexible, location-independent car-sharing
systems are returning two-digit annual percentage increases in their numbers of users. While the number of registered 
car-sharers in Germany was still just under 200,000 in 2011, the expansion of flexible car-sharing, in particular, had 
already pushed this figure to approximately 750,000 users in Germany by 2014 (cf. BCS, 2015). Accordingly, SrV 
2013 also queried the use of car-sharing and bicycle-sharing offers. In towns with opportunities for bicycle-sharing, 
around 2 per cent of the inhabitants indicated that they make use of such offers – though there were also towns with 
figures of 6, 8 and 12 per cent. Results were similar for car-sharing, with a peak value of 12 per cent in one SrV town 
and usage ranging from 2 to 6 per cent of the population in most others. Fig. 5 illustrates the mode-specific changes 
in travel volume for two key groups: Young adults and golden agers. Differentiated according to car 
access/availability, these data exhibit very interesting correlations. Firstly, the figures on population development in 
the large towns show that the number of young adults with car access (approx. 20 km travelled by car per person and 
day) has increased by only 2 per cent. The number of young adults without car access (only 2–3 km travelled by car 
per day), on the other hand, has increased by 12 per cent. The completely opposite situation is found among golden 
agers. The number of seniors with car access, and thereby a daily travel volume of 12 to 14 kilometres, has increased
by 12 per cent, compared to a decrease of almost 20 per cent in the number of those without a car of their own, with 
an average of only around 2 kilometres travelled by private vehicle. As a group, therefore, the golden agers record a 
significantly greater proportion of travel by car than was still the case five years ago. This trend can also be observed 
in other countries and will very probably continue. One remarkable aspect in this connection is the fact that more and 
more senior citizens are successfully maintaining their mobility to a higher age (see also Lord et al., 2011, Hjorthol, 
2010). To summarise, special mention is to be made of the following findings with reference to the aforementioned 
key groups:
x Golden agers walk significantly more kilometres than young adults
x Young adults without car access recorded noticeably more travel by bicycle in 2013 than in 2008
x The increased bicycle use of young adults apparently led to a slight decrease in their use of public transport
x Car use by persons with car access is significantly higher thanthat of persons without car access (by factor 10 in the case of young adults)
x Golden agers with car access are using a car for travel to a greater extent than in 2008
Fig. 6 (a) shows changes in the car travel volume per person and day as they relate to persons of different ages in 
the 25 large SrV survey towns. Each dot represents the average value for persons of the given age (black dots 2008, 
red dots 2013; the corresponding lines show the moving averages).
Fig. 5. Travel volume of young adults and golden agers with and without car access in large SrV towns.
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Fig. 6 (a) Car travel volume over lifetime 2008 vs. 2013; (b) Public transport volume over lifetime 2008 vs. 2013.
At this point, distinct shifts in the travel volume of private motorised transport become visible. While young adults 
are travelling noticeably less by car, there is a sharp increase in car use among senior citizens. The coloured areas 
visualise this correlation. The data also reveal a clear cohort effect for the older ages. Car-socialised age groups retain 
their behaviour over a longer period and carry the majority of this behaviour forward into the next life phase. With 
regard to the use of public transport, by contrast, there is astounding stability between the two waves of the survey, as 
can be seen in Fig 6 (b). The moving averages of age-related public transport volume coincide almost exactly. While 
constantly increasing importance is attached to public transport up to ages in the mid-twenties, the corresponding 
travel volume sinks rapidly thereafter. Persons between 35 and 60 years of age use public transport only half as much 
as those in their mid-twenties. Surprisingly, public transport use also decreased to an almost identically noticeable 
extent in both the 2008 and 2013 surveys in the age group just reaching retirement, falling to well below 5 kilometres 
per person and day.
4. Conclusion: What do we expect in the future?
Repeated cross-sectional surveys supply representative and comparable data on mobility behaviour in the form of 
a time series. The results are indispensable for transport planning analyses, benchmarking purposes and success 
monitoring, as well as for modelling and predictive studies. The evaluations show once more that trends relevant for 
planning and policy decisions cannot be read primarily from average values for the whole population, and that only 
differentiated analyses which take into account the particularities of corresponding sociological groups, the 
availability of means of transport and specific local circumstances are able to supply the decisive parameters for 
modelling and planning. For example, differently oriented changes were determined in the travel behaviour of the 
generations of young adults and golden agers. The latter will continue to dominate in terms of numbers for at least 
a further 20 years, because those born during the period with particularly high birth rates in Germany (1950 to 1970)
are now gradually reaching retirement age. The age group important for future planning, however, is the upcoming 
younger generation, with its growing preference for urban environments, increasingly multimodal travel choices and 
above all its strong use of public transport and bicycles (see Kuhnimhof et al., 2012). Contrary to frequent assumptions, 
this development is not solely a product of changes in value systems. In Germany, it is driven above all by the 
economic framework conditions for a younger generation which is not only more likely to take up academic studies, 
but also then studies for longer, possesses relatively limited financial means and founds a family with fewer children 
at an increasingly later age (cf. Schott 2014). It is currently only possible to speculate on the mid-life travel behaviour 
of this age group following the transition into new life phases and after founding of a family. To date, it has almost 
always been the case that the founding of a family is accompanied by the purchasing of a car (if not already present), 
as an individual means to master household duties and more complex organisational challenges as flexibly as possible 
(see Wittwer, 2014 and Oakil et al., 2014). If comparably inexpensive options for car ownership and use continue to 
be available after 2030, they will no doubt be utilised with similar intensity to today by families and by well-situated 
persons in single- and two-person households. It seems more probable, however, that the future will bring increasingly 
higher costs for private motorised transport and an increasing acceptance of the less expensive and ever more flexible 
alternatives of a mobility network. For the younger generations, in particular, it is precisely the public access to shared 
4313 Rico Wittwer and Stefan Hubrich /  Transportation Research Procedia  14 ( 2016 )  4304 – 4313 
transport means (car-sharing, bicycle-sharing) which makes it easier to avoid the high costs of car ownership. It is true 
that these persons are today using fixed-base and/or flexible car-sharing offers on average no more than once every 
one to two months, but at the same time they are recording significantly more bicycle use and are above all regular 
users of public transport, the mode which can expect the highest growth rates in large towns. Already today, as shown 
once more by the results of SrV 2013, daily mode choices are determined by prior decisions with regard to place of 
residence and car ownership, which are thus to be seen as decisive factors influencing the modal split. In this respect, 
even greater attention should be paid to the variable and “setting screw” of car availability in transport modelling and 
planning. Persons without access to a car of their own generally use private motorised transport much less than car 
owners. This is a source of considerable potential for the modal shift targeted in the large towns.
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